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SUMMARY

Buckets of S-818 alloy removed from two J47 englnes overtemperatured
in service operation were evaluated in laboratory end engine tests. Some
buckets were tested in the as-overtemperatured condition while others
were heat-treated prior to testing. Heat treabments were performed to
find their effect on recovery of bucket 1life. Buckels were operated in
a J47-25 engine for cycles of 15 minutes at rated speed and 5 minutes at
idle speed.

Engine results indicated that overtemperatured buckets did not fraec-
ture in sbnormally short operesting times. Cracking, particularly on the
leading edge, was the principal mode of failure of buckets. Cracks devel-
oped after short operating tlmes but did not propagate to fracture during
several hundred hours of operation. The as-overtemperatured bucket groups
developed leading-edge cracks in a higher percentage of buckets than did
the standard group, but this may have been the result of prior service
at normal conditions, overtemperature operation, or both. Buckets did
not fall by a stress-rupture mechanism in this engine, but tesis were
performed to determine the effect of overtemperature on rupture proper-
tles and the effect of heat treatment on recovery of properties. Stress-
rupture 1life of specimens cut from as-overtemperatured buckets was shorter
than the life of speclmens from standard buckets. Full reheat treatment
of overtemperatured buckets using the standard heat treatment increased
resistance to leading-edge cracking and improved stress-rupture life,
compared with the as-overtemperatured groups; the performence of these
buckets in the engine test and the life in stress-rupture tests were
about equivalent to results obtalned for new standard Air Force stock
buckets. Reaging of overtemperatured buckets did not improve performance
in the engine or life in the stress-rupture test.
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INTRODUCTION

Turbojet engines operated in service are sometimes overheated or
"overtemperatured.” Overtemperature operation may be defined as operation

at temperatures grester than an allowable meximum operating temperature.

The component of primary concern in turbojet engines is the turbine
bucket, which operates under the most severe combination of stress, tem-
perature, and corrosive atmosphere. Any abnormal tempersture conditlon,
such as an overtemperature, might drastically reduce bucket life. Sev-
eral examples of overtemperature conditions during service operation are
shown in table I. It 1s evident from the conditions listed in the table
that bucket stresses msy be high or low, temperatures may range from
slightly above normal to melting temperature, and times may range from
a few seconds to several hours. 8Since the conditions of overtemperature
vary conslderasbly in service, the effect of overtemperature on bucket
life may be expected to very.

Severely overtemperatured buckets that are melted, cracked, warped,
or elongated greatly are easily detected during routine field and over-
haul inspectlon and mey be discarded. However, most buckets that are
thought, or known, to have been overtemperetured display no visible ex-
ternal evidence of such overtemperature. In these cases, it has been
necessary for the Ailr Force to rely on plilot observations, maintenance
records, and microstructural examinations to classify buckets as over-
temperatured. Microstructural examinations are performed on sections
cut from buckets suspected of having been overtemperatured. Although it
has been shown that the evidence 1s not always reliable (ref. 1}, sphe-
roldization or solution of preclpltates have been taken as indlications
of overtempersture operation. The investigation of reference 1 showed
that microstructures of some new buckets were similar to microstructures
found in all but severely overtemperatured buckets. Other investigations
pertalining to overtemperature problems have been conducted by the U.S.
Air Force, manufactures, and NACA Lewis laboratory. Investigations have
shown that the stress-rupture 1life of some bucket materials was reduced
in laboratory tests simulating overtemperature conditions (refs. 2 and 3).
In an investigation conducted at the NACA Lewis laboratory (ref. 4),
buckets of S5-816 alloy were heated to different temperstures and subse-
quently operated in a J33 turbojet engine. Results indicated no loss in
life of these S-816 buckets due to the treatments simulating overtempera-
ture, but there was some evidence that stress-rupture properties of the
material were reduced by overtemperature.

The purpose of this investigation was to obtaln additional insight
into the effect of overtemperature on the 1life of turblne buckets. Also,
the effect of varlous heat treatments on the life of overtemperatured
buckets was studied to determine whether reheat treatment recovered prop-
erties that may have been lost by overtemperaturing.
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Buckets of $-816 alloy, removed from two englnes overbtemperatured
in service, were used in this investigation. Some of the buckets were
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treated prior to testing. The buckets were installed in a J47-25 engine
and were opersated for repeated cycles of 15 minutes at rated speed

(7950 rpm) end 5 minutes at idle speed (3000 rpm). Stress-rupture tests
and metallographic examinations were made in an attempt to correlate prop-
erties and microstructures with the engine results.

MATERTAT.S AND PROCEDURE
Buckets
The turbline buckets studied in this investligstion were forged S-816

(AMS-5765A) alloy. The nominal chemical composition of the alloy is
shown in the following table:

Element C Co Cri{ N1 | Mo] W |Cb | Fe Mn
Percent 0.4 (43.7|20) 20| 4 4 |4 2.8 1.0
by welght

Buckets from two engines that had undergone overtemperature operation
in service were submitted by the Air Force to the NACA Lewlis laboratory
for study. These buckets were selected as typlcal examples of service
overtemperatured buckets. Informatlon describing some of the service his-
tory of the engines from which the buckets were removed is shown in the
followling table:

Engine Alrcraft] Engine | Hours Overtemperature conditions
designation model |operated

A2 B47-B | J47-11| 209 Tailpipe temperature over 1800° F
(ebout 500° over normal) on
acceleration.

B a6 J47-13 242 Engine overspeed of 104 percent
with tallpipe temperature over
1500° F. (about 200° over nor-
mal) for unknown length of time.

8Fngines are arbitrarily designated as engines A and B for reference
throughout this report.
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Condition of Turbilne Buckets

Half of the buckets from each engine were received in the as-
overtemperatured condition. The remeining buckets from each engine were
heat-treated at the Air Force overhaul depot in a reducing atmosphere of
cracked city gas; half of these buckets from each engine were fully reheat-

treated (solution-treated, l% hr at 2150° F and water-quenched, aged 16

hr at 1600° F and air-cooled). Half of these buckets from each engine
were aged only (16 hr at 1400° F and air-cooled). Fifteen of the as-
overtemperatured turbine buckets from each englne were fully heat-treated
at the LeWwis laboratory by using the same temperatures and times listed
previously. In this case, an inert stmosphere of argon gas was used, The
heat treatments were performed in an attempt to recover properties that
may have been lost by overtemperaturing.

Ingpection. - Prior to evaluation in the engine test, all buckets
were examined for cracks and flaws, and all buckets were found to be de-
fect free.

Engine~tested buckets. - Buckets were selected for engine testing
from the as-overtemperatured and heat-treated groups mentioned previously.
In addition, new buckets in the standard heat-treated condition (2150° F
for 1 hr and water-quenched, 1400° F for 16 hr and air-cooled) were in-
cluded in the engine test as a standard for comparison. Table II lists
the buckets that were inserted at the start of the engine test.

Engine Operstion

Nine groups of buckets were lnstalled in a J47-25 engine and were
operated for repeated cycles of 15 minutes at rated speed (7950 rpm) and
about 5 minutes at idle speed (3000 rpm). Only the time at rated speed
is considered In the discussion of bucket life.

Bucket stress and temperature were controlled by adjusting the engine
speed and exhaust nozzle area, respectively. Temperature measurements
of buckets were made by using themocouples installed et midspan in each
of two buckets. Temperature readings were transmitted through sllprings
to a recording potentiometer (ref. 5).

Stress and temperature distribution In buckets. - Centrifugel stress
and temperature distributions in bucket alrfolls are shown in figure 1.
The centrifugal stress was calculated uslng cross-sectlonal areas, density,
and rotational speed (ref. 6). The tempersture distribution shown in fig-
ure 1 was obtained before the engine test was started. To do this, the
turbine wheel was fully bucketed with standard Air Force stock buckets,
and the engine was operated for a sufficient time to obtain equilibrium
condition at full power. Temperature measurements were obtained from
thermocouples imbedded in four of the turbine buckets.

- L9ST
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Bucket elongation measurements. - Two buckets of each group were
scribed for elongation mesasurements, as shown in figure 2. Elongation
readings were taken of the scribed zones during frequent shutdowns. The
measurements were made with an optical extensometer and were sensitive
to about 0.4 percent in the 1/2 inch gage length.

Macroexamination of buckets. - Buckets were examined for cracks,
using post- emulslfying zyglo, after intervals of about 40 hours of rated-

armead ATerodd .~ Avanlra wara aloaalPiald (€3 e P Ao e 1y
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leading edge, (2) radial tip, and (3) trailing-edge tip. To follow the
progression of cracks, photos were taken of a sample of about 20 cracked
buckets after the 198-hour inspection and affer every subsequent inspec-
tion. A double exposure was taken of the cracked buckets; the first ex-
posure used an ultra-violet light to define the cracks, and a normsl
flash was used to show the entire bucket.

Metallographic Studies

Two untested buckets from each of the bucket groups listed in table
I were sectioned for metallographic examination. In addition, metallo-
graphic exsminations were made of engine-tested buckets of each group ex-
cept groups 4 and 8. Groups 4 and 8 were not examined because they were
equivalent to groups 2 and 6 except in the atmosphere used for the heat
treatment. Photomicrographs were taken to illustrate typical miecrostruc-
tures and typicael cracks in buckets.

Stress-Rupture Tesis

Stress-rupture tests were performed on specimens from all groups of
buckets listed in table II to correlate properties with microstructure
end engine performance. Test bars were cut from the airfolils of three
buckets of each group, with the excepbion of the standard S-816 group,
from which six test specimens were obtained. The tests were performed
at 1500° F and 23,600 pounds per square inch.

RESULTS
Engine Results

Bucket fallures. -~ Only one bucket had fractured when the test was
discontinued after 660 hours at rated speed. The fracture occurred in
an overtemperatured and reaged bucket (group 3) after 652 hours of opera-
tion. However, 81 buckets (84 percent) were cracked at the conclusion
of the test after 660 hours (table III). Cracked buckets were first de-
tected in the second zyglo inspection, which was performed asfter 80
hours. With the exception of the three buckets with trailing-edge tip
eracks, all buckets were reinserted in the englne after zyglo inspection,
and the test was continued to determine the rate of crack propagation.
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It should be noted that all cracked buckets are removed from service by
the Air Force, since they are considered to be "failed" buckets.

Buckets ran for long periods of time without fracture after the in-
ception of cracks. The one bucket that fractured ran 572 hours from the
time cracks were first noted until it fractured. Photos of some of the
buckets showing the progression of cracks during the course of the test
are presented in figure 4. The depth of cracks d4id not increase very
rapldly, as shown in figures 4(a) and (b), which illustrate the cracks
after 198 and 500 hours of operation, respectively. After 500 hours, the
largest leading-edge crack in bucket 81 elongated more rapidly (fige. 4(c)
and (d)) and the bucket fractured in 652 hours (fig. 4(e)). The cracks
in the other three buckets shown are relatively short after 660 hours,
when the test was concluded (fig. 4(f)).

leading-edge cracking. - The leading-edge cracking dats have been
plotted in figure 5. Figure S(a) shows the cumulative percentages of
buckets with leading-edge cracks for each of the groups of buckets orig-
inally obtained from engine A (groups 1 to 4). The percentages of buck-
ete with leading-edge cracks is plotted against engine test time. Figure
SCb) shows similar data for the groups of buckets originally obtalned
from engine B (groups 5 to 8). For comparison, both figures show leading-
edge cracking data for the standard Air Force stock buckets (group 9).
Buckets of the as-overtemperatured groups (1 and 5) and the overtempera-
tured and reaged groups (3 and 7) developed leading-edge cracks more
readlly than buckets in the other groups. After 240 hours of operation,
leading-edge cracks were present in 60 percent of the buckets of groups
1l and 3 and in 40 and 70 percent, respectively, of buckets of groups 5
and 7 (fig. 5). Only 18 percent of the standard Air Force stock buckets
(group 9) had leading-edge cracks after 240 hours. However, the group 9
buckets were new when they were installed in the engine test, while all
other groups had & prior service life. The service life of the buckets
is not known, but the flight time on the engines was 209 and 242 hours,
respectively, for engines A and B. Perhaps the prior service life,
rather than overtemperature, accounts for the larger number of leading-
edge cracked buckets. '

The overtemperatured and reheat-treated buckets (groups 2, 4, 6, and
8) had less tendency to form leasding-edge cracks than the buckets of the
as-overtemperatured groups and the overtemperstured and aged groups. The
incidence of leading-edge cracking in groups 2, 4, 6, and 8 was similar
to that in group 9, the standard buckets. Group 2 had & large number of
buckets (50 percent) with leading-edge cracks after 80 hours but had no
additional leading-edge cracked buckets until 480 hours. Thus, the reheat
treatment recovered at least a portion of the resistance to leadlng-edge
cracking that the as-covertemperatured buckets lost from service life or
from overtemperature operation.

Redial-tip cracking. - The incidence of radial-tip cracking is shown
in figure 6. The difference between the bucket groups in the incidence
of radial-tip cracking wes less than that obtained for lesdlng-edge

L9S¥
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cracking. The data in figure 6(3) show little difference in incidence

of radial-tip cracking among bucket groups from engine A. Upon first ex-~
amination of figure 6(b), however, there might appear to be a significant
difference in the incidence of radial-tip cracking among bucket groups
from engine B. Particularly, it would appear that the group given a full
reheat treatment by the Air Force (group 6) has a greater incidence of
tip cracking than does the group given the full reheat treatment by the
NACA (group 8). The noted difference is not believed to be signlficant,
however, since, in the case of the similar groups of engine A (groups 2
and 4) no detrimental effect of the Air Force treatment was noted; and,
even in the case of the previously discussed leading-edge cracking (fig.
SCb)), the effect of the full rehest treatment was about the same, whether
given by the Air Force (group 6) or NACA (group 8).

The effect of reaging alone on radial-tip cracking was not consistent
among the bucket groups from the two engines. The overtempersatured and
reaged buckets of engine A (group 3) had a relatively high incidence of
radisl-tip cracking, while the equivalent group from engine B (group 7}
hed a low incidence. In general, it is felt that no consistent relation
has been found between reheat treatment and incidence of radial-tip crack-
ing, and reheat treatment has not been founl to be beneficial in reducing
the incidence of tip cracking.

Bucket elongation. - Elongation measurements taken on two buckets of
each group showed a maximum elongation of about 0.6 percent in a l/2-inch
gage length. However, the scatter in dgta was sbout 0.4 percent, so elon-
gation was almost within experimental error and may be considered
negligible.

Metallographic and Stress-Rupture Studies

Untested buckets. - Typical microstructures of bucket from the
overtemperatured groups and the standard group before engine testing
are shown in figure 7. The standard heat-treated S-816 alloy bucket (fig.
7(a)) has large, stable, columbium-tentalum carbide precipitates in the
matrix and continuous grain-boundary precipitation. The as-
overtemperatured bucket microstructures (groups 1 and 5) in figure 7(b)
show agglomeration and spheroidization of grain-boundary precipitates that
have been associated with overtemperature, as described earlier. Although
the photomicrogrephs of the specific buckets of figure 7Cb) indicate
slightly more hyphenation of grain-boundary precipitetion for group 1
than for group 5, examination of microstructures of a number of buckets
from groups 1 end 5 indicates that the degree of hyphenation is sbout
equivalent for the two groups of buckets. Buckets of groups 2, 4, 6, and
8, overtemperastured and reheat-treated, are shown in figures 7(c) and (e).
The microstructures are typical of S-816 in the normal heat-treated con-
dition. The mlcrostructural evidence associated with overtemperature is
no longer visible. The overtemperatured and reaged buckets of groups 3
and 7 are shown by the microstructures in figure 7(d). The precipitation
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has become slightly more agglomerated and spheroidized than that in the
as~overtemperatured buckets.

Engine-tested buckets. - Microstructural studies of buckets after
engine testing are presented in figure 8. Buckets of all groups showed
an advanced stage of aging, with little or .no microstructurel difference
among groups. Several small leading-edge cracks are also shown in the
photomicropraphs. Small cracks with less. oxidation than the larger cracks
were photographed because oxidation obscured the surfaces of larger cracks
and hampered clasgification of cracks as intergranular or transgranular.

In addition to the continuous cracks near the leading edge, there
were clusters of volds present in the grain boundaries of buckets. The
volds were found in buckets from every group, but only specimens from
the as-overtemperatured and the standard groups are shown in figure 9.
The voids are in the grealn boundarles transverse to the direction of
centrifugel stress in the airfoil. They are found near, but not at, the
leading edge and extend inward for a distance of sbout 0.2 inch.

The fracture surface of the one bucket that fractured in this in-
vestigation is shown in figure 10. The fracture surface 1s near the
leading edge where fallure began and at & point near the center of the
chord length. The fracture appears intergranuler near the leadlng edge
and transgranuler near midchord. The feilure was propagated by fatigue
from a leading-edge crack until the load-carrying ares was reduced suf-
ficlently to cause tensile failure.

A typical radial-tlp crack shown in figure 10 is a transgranular
fatigue failure. Buckets ran for 500 hours with such redial-tlp cracks
and d4id not fracture.

Stress-rupture results. - Stress-rupture lives of specimens cut from

the airfoil of buckets of each group are shown in figure 11. All specimens

were tested at 1500° F and 23,600 pounds per square inch, which are the
conditions for & nominal life of 100 hours for standerd S-816 alloy bar
sbock. Stress and temperature conditions in a range corresponding to
that in buckets during the englne test were not used, since the life of
specimens would have been too long. For example, at a point 2 inches
above the base of the sirfoll, which is in the zone where stress-rupture
life of buckets is at a minimum, bucket centrifugel stress ig about
10,400 pounds per square inch and bucket temperature is about 1470C F
(fig. 1). Stress-rupture life at these conditions is of the order of
30,000 hours for S-816. The mean stress-rupture life of specimens from
standard S-816 buckets was 94 hours, which is reasonsbly close to the
nominal 100-hour life for bar stock. The as-overtemperatured groups had
shorter stress-rupture lives than the standard group, wlith mean lives of
54 and 64 hours for groups 1 and 5, respectively. The test bars from
the fully reheat-treated groups showed an improvement in life over the
as-overtemperatured group bars; this indicated some recovery of stress-
rupture properties. The mean lives of 86, 130, 94, and 88 hours are
about equivalent to the standard group. The as-overtemperatured and
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reaged groups did wot show recovery of properties; mean lives were 52 and
77 hours, which are equivalent to the lives of the as-overtemperatured
groups.

DISCUSSICON
Bucket Performance

The engine test was disconbtinued after 660 hours of test, because
sufficient data had been obtained to indicate that overtemperatured buck-
ets had not fractured 1n abnormally short operating times. Only one out
of 80 overtemperatured buckets had fractured in 860 hours, and thils fraec-
ture occurred after 652 hours.

Cracking, particularly on the leading edge, was the most prevalent
mode of bucket fallure in this investigation. Whlle only one bucket
fractured during the course of the test, 81 buckets or 84 percent of all
the buckets had developed leading-edge or radial-tip cracks. Cracks in
buckets were detected early in the test, but the cracked buckets ran for
long times without fracture. The one bucket that fractured had a time
differential of gbout 570 hours from inception of cracking to fracture.
Also about S0 percent of the as-overtemperstured buckets had run more
than 400 hours after developing cracks. A long life between cracking
and bucket fracture, as obtained in this engine test, is perticularly
desirable since it would permit cracked buckets to be found during regu-
lar inspections and replaced before fracture could cause catastrophic
feilure. OFf course, the life between cracking and fracture for service
life must be determined for service conditions before a reasonable in-
spection interval can be selected.

Since leeding-edge cracklng was the principal mode of fallure, the
number of buckets in each group with leading-edge cracks was compared ln
order to evaluate the performance of the various groups. The as-
overtemperatured groups (l and 5) had a greater number of leading-edge
cracked buckets than the standsrd bucket group (9, fig. 5). However,
the standard buckets were new when Inserted in this test, while the as-
overtemperatured buckets had been in service for some time in addition
to having been subjected to an overtemperature condition. The higher
incidence of leading-edge cracking in the as-overtemperatured groups mey
have been caused by the effects of prior service life alone, overtempera-
ture alone, or a combination of both.

To understand how prior service life may cause the higher incidence
of leading-edge crecking, 1t is necessary to indicate the engine operating
conditions most dlirectly associated with leading-edge cracking. Unpub-
lished results obtained at this laboratory in another series of engine
tests have indicated that leading-edge cracking In the J47 engine is a
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thermal fatigue fallure assoclated with the thermal stresses developed
primarily during starting and stopping the engine. The number of starts
and stops the buckets have been subjected to during prior service may
have had & much more Iimportent effect on the time to cracking than the
overtemperseture operstion. It is impossible to separate the effects of
prior service life and overtempersture operstion on leading-edge crack-
ing in this investigation on the basis of the data available.

In this investigatlon, resistance to leading-edge cracking appears
to have been increased by the full standard heat treatment of as-
overtemperatured buckets. As may be noted in figure 5, groups 2, 4, 6,
and 8 had lower incidences of leading-edge cracking than dld the as-
overtemperatured groups, 1 and 5. In fact, the incidence of leading-edge
cracking of the fully reheat-treated groups was about the same as the new
standard-group buckets.

The reaging treatment, without a prior solution treatment, d1d not
improve crack resistance of the overtemperatured buckets. The overtem-
peratured and reaged groups (3 and 7) cracked at about the same rate as
the as-overtemperatured groups. Z

Radial-tip cracks that developed in a number of buckets were the
secondary mode of failure in this investigation. Radial-tip cracks are
attributed to vibratory fatigue and generally are not associated with
overtemperature. The trailing-~edge tip of the bucket, where this crack
occurs, undergoes relatively little temperature change compared with the
midspan portion of the bucket during overtemperature; and any overtempera-
ture effects would probably be much less severe.

As noted in the results, the stress-rupture properties of the variocus
groups differed appreclably. The stress-rupture life of specimens from
as-overtemperatured buckets and overtemperatured and-sged buckets was
lower than that of standard-bucket specimens (fig. 11). This might be
expected because overtemperature exposure can reduce stress-rupture prop-
erties of S-816.alloy, as has been shown in the laboratory and engine stu-
dies (refs. 2 and 3).

While the .stress-rupture properties of specimens cut from overtemper-
atured buckets were lower than new buckets, buckets were not fractured in
the engine test by a stress-rupture mechanism. This is not surprising
since J-47 bucket centrifugal stresses are relatively low and stress rup-
ture is usually not the primary mode of bucket failure in this engine The
stress-rupture life of J47 buckets of S-816 alloy, if failure results
solely from centrifugal stress-and temperature at rated-speed conditions,
is of the order of 30,000 hours. - In NACA engine tests, J47-bucket life
has been shown to be relatively insensitive to the stress-rupture strength
of the bucket material. A reduction in rupture properties similar to
that obtained in the as-overtemperatured buckets of this program would
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probaebly lead to early bucket fractures in an engine where stress rupture
is an important failure mechanism.

The overtemperature exposure in these studies may be considered an
overaging treatment that exhsusted some of the capacity for precipitation
strengthening during engine operation. The buckets in this investigation
appeared to have been overaged and thus would be expected to have a lower
stress-rupture life. It also follows that the reaging treatment given to
overtemperatured buckets (groups 3 and 7) would not improve stress-rupture
life. However, the reaging treatment did not cause & further reduction in
life because it did not appreciasbly change the degree of overasging in the
buckets.

While overtemperature may and usually does ‘cause a reduction in
stress-rupture 1life, it does not do so in all cases. Solution tempera-
tures are sometimes reached during overtemperature, and the solution and
reprecipltation of strengthening minor phases during subsequent normal
operation may Improve rather than reduce subsequent stress-~rupture life
(refs. 1 and 3). The improvement in life with these high-temperature
conditions is most likely when the stress level is very low such as in a
hot start. Obviously, high stress accompanying solution temperature con-~
ditions would lead to a high creep rate and early fracture.

Reheat treatment of overtemperatured buckets in this investigation
improved the stress-rupture life of speclimens, compared with those taken
from as-overtemperatured buckets. In fact, the life of fully reheat-
treated buckets was gbout the same as the life of specimens from new
standard Air Force stock buckets. Resolution of the overaged precipitates
and subsequent reprecipitation es a fine uniformly dispersed phase are
believed to have recovered stress-rupture life. Recovery of stress-
rupture life does not mean that properties lost from overtempersture can
be recovered in all cases. Thermal effects of overtemperature on rupture
life in form of overaging may be recovered, but it is very likely that
creep or strain effects cannot be recovered. In a relatively low stress
engine, such as the J47, almost negligible creep results in normal serv-
ice life at or below standard operating conditions; negligible creep was
obtained in this investigation in over 600 hours of operation at rated
speed. However, creep occurs when overtemperature is accompanied by high
stress in buckets, and in these cases rupture properties very likely would
not be recoversble for this alloy.

As indicated in the results, clusters of voids were observed in the
examination of microstructures after engine testing (fig. 10). The voids
do not appear to be intergranular oxidation or rupture tears may be evi-
dence supporting a theory that intergranular failure of metals at higher
temperatures is caused by migration and collection of interstitial geses
or vacant lattice sites, as suggested by Parker in 1944 (ref. 7) and
others more recently (ref. 8). These voids have been seen in rupture
specimens by others (refs. 9 and 10) and may be associated with the fail-
ure mechanism of leading-edge cracks.
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SUMMARY OF RESULTS

Buckets of S-816 alloy removed from two J47 engines overtemperatured
in service operation were evaluated in engine and laboratory tests. The
overtemperature conditions for the two engines were reported in service
records as 200° aend 500° F above normal operating temperatures. Some of
the buckets were tested In the as-overtemperstured condition while others
were heat-treated prior to testing. A group of new buckets selected from
Air Force stock was included as a standard for comparison.

The buckets were tested in & J47-25 engine operated for cycles of 15
minutes at rated speed (7950 rpm) and sbout 5 minutes at i1dle speed (3000
rpm). Although it was highly improbable that buckets would fail by stress
rupture in this engine because of the relatlvely low centrifugal stresses,
stress-rupture tests were performed to find the effect of overtemperature
on rupture properties and the effect of heat treatment on recovery of
these properties.

The results cbtained were:

1. Service overtemperatured buckets did not fracture in abnormally
short operating times; only one of 80 overtemperatured buckets fractured
during the 660-hour test, and that fractured after 652 hours.

2. While only one bucket fractured, 84 percent of all of buckets had
leading-edge or radlal-tip cracks at the conclusion of the test.

3. Cracks were first observed at the inspection after 80 hours of
operation, but the cracked buckets ran for long times without fracture.
The one bucket that fractured had run 572 hours from inception of a
leading-edge crack to fracture. At the conclusion of the test, gbout 50
percent of the cracked as-overtemperatured buckets had run with leading-
edge cracks at least 400 hours without fracture. The long life between
cracking and fracture obtained in this test indicated the possibility
that cracked buckets may be found by reguler inspections and removed be-
fore a catastrophic fallure results.

4. The as-overtemperatured bucket groups had a considerebly higher
percentage of leading-edge cracked buckets than the standard bucket group
at the conclusion of the test. This may have been the result of prior
service at normal conditions, overtemperature, or both.

5. Radial-tip cracking eppears to be a vibratory fatigue fallure and
is probebly little affected by overtemperature.

6. Stress-rupture life of specimens cut from airfoils of as-
overtemperatured buckets were shorter than the life of specimens from
standard buckets, with mean lives of 54 and 64 hours for the two as-
overtemperatured groups and 94 hours for the standard group. The varia-
tion of rupture properties did not affect bucket 1life because stress
rupture was not the primary mode of fallure in this engine.
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7. Reheat treatment of overtemperatured buckets using the standard
heat treatment increased resistance to leading-edge cracking and recov-
ered stress-rupture properties. Performance of these buckets in the
engine test and specimens in stress-rupture were about equivalent to
standard Air Force stock buckets.

8. Reaging of overtempereatured buckets did not improve performance
in the engine or in rupture tests. Stress-rupture life and engine per-
formance were approximately equivalent to that of the as-overtemperatured
buckets.

Lewis Flight Propulsion Laboratory
National Advisory Committee for Aeroesnutics
Cleveland, Ohio, January 29, 1958
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TABLE I. - OPERATING CONDITIONS DURING WHICH OVER-
TEMPERATURE MAY BE ENCOUNTERED
Condition Temperature Probable Duration
difference above stress
normal meximum
Hot start Can exceed melting | Very low Short (few sec)
temperature of
buckets
Acceleration, Can be very great Low Short (few sec)
compressor stall
Fuel flow increased Moderate to great | Low to high | Short (few sec)
too repidly
Afterburner ignition Can be great High Short (few sec)
Drift or melfunction Modersate High Can be long
of thermocouples © {several hr)
Very high altitudes Moderate to great High Moderate

(primarily reduced
compressor efficiency)
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Ailr Force stock

TABLE II. - BUCKETS TESTED
Source Group | Number of Thermal condition
number | buckets of buckets tested
Engine A - tallpipe 1 10 As-overtemperatured
temperature over 1800° F
(about 500° F over 2 10 Overtemperatured plus
normal temperature) full reheat trestment
by Air Force
3 10 Overtemperatured plus
aged by Air Force
4 10 Overtemperatured plus
full reheat treatment
by NACA
Engline B - tailpipe 5 10 As-overtemperatured
temperature over 1500° F
accompanied by 104 per- 6 10 Overtemperatured plus
cent overspeed (about full reheat treatment
200° F over normal by Air Force
tempersature)
7 10 Overtemperatured plus
aged by Air Force
8 10 Overtemperatured plus
full reheat treatment
by NACA
New buckets from 9’ 14 Standard heat treatment

LISy
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TABLE III. ~ FHOQIME KESULTS; BUCKET2 CRACKED
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°TE, tralling-edga-tip orackn
+ LR, both radial-tip and leading-sdge crackn

“Brokata romovad

€92% NI YOVN

L1




Bucket meterial tempersture, CF
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Figure 1. - Dietributions of centrifugal strese end bucket temperature in

J47 turbine bucket.
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Figure 2. - Scribed marks for elongation measurements.

19



20

Typical leading-
edge cracks

NACA TN 4263

Radial-tip
crack
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/ tip crack
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Figure 3. - Crack
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(g) Inspecticn, 198 hours.

Figure 4. ~ Progression of oracks in remresentative buckets.
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C~-39482

Progregelon of eracks In yepresemistive buckets.

(%) Inspaction, 500 hours.

Figurs 4. - Contimued.
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Figure 4. -~ Continued.

(e} Inspection, 580 houra.

Progreanion of oracks in reprasentative bucketa.
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C-59841
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{(d4) Imspectiom, 670 hours.
- Contimoed. Progression of cracks in representative buckets-

Flgure 4.
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(s) Bucket frecture from & leading-edge crack after 652 hours of opsration.

Flgure 4, - Contimued. Progression of cracks in repregentative buckats.
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Figure 4.
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(f) Comclusion of test, 660 hours,

Conpluded.

Progression of cracka In representative buckets.
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Total percent of buckets leadling edge cracked
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Group
Group Thermal /l
conditlon ./
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O 1 As-overtemperatured /v
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(a) Engine A buckets.

Figure 5. - Leading~edge cracking with time at rated speed.
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Totel percant of buckets lesding edge cracked

Group Tharmal
condition
- o 5 As-pvertemperatured

1 6 Fully reheat-treated Group
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(b) Engine B bucketa.

Figure 5. -~ Concluded. Ieading-edge cracking with time at rated apeed.
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Total percent of buckets radlal tip cracked
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| | | I | I I I
Group TheJmal conditlion
40— o 1 As-overtemperatured roup—j
[m] 2 Fully reheat-treated by Alr Force
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////
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(a) Engine A buckets.
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¢ 8  Fully reheat-treated by NACA aroup
A 9 Standard Alr Force stock |
80 1
F ¥y - 'm! 0o—4—aé
A
1//;-———{1 ved
pd °
20 A 5 Fay ' Fat
7 o’ T XX,
|
all / [ A . 7——r 7
n ./ —/ H
0 80 160 240 3 400 4080 560 540 740

Time at rated spead, hr
(b) Engine B buckets.

Flgure 6. - Radial-tlp oracking with time at rated speed.
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(a} Group 9, standard S-818.

Figure 7. - Microstructures of untested buckets.
Etchant, aqua regia plus glycerol.
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Group 1, overtemperatured in engine A
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Group 5, overtemperatured In engine B

(b} As-overtemperatured buckets.

Etchant, aqua regia plus glycerol.

Microstructures of untested buckets.

Figure 7. - Continued.
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“+0b [

X1000

X250

and reheat-treated

Group 2, overtemperatured in engine A

-46929

4

~treated

Grdup 6, overtemperatured in engine B and reheat

(¢) Buckets overtemperatured and reheat-treated by Air Force.

Etchant, aqua regia plus glycerol.

Microstructures of untested buckets.

Plgure 7. -~ Continued.
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Group 8, overtemperatured in
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engine B arid reheat-treated C-46351

(e) Bucketa overtemperatured and reheat—treated at NACA.

Figure 7. - Concluded. Microstructures of untested buckets.

Etchant, aqua regia plus glycerol.
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35

Group 5, overtemperatured in engine B
(a) As-overtemperatured buckets.
Figure 8. - Mierostructures after engine tast.
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Group 6, overtemperatured in engine B and reheat-treated

(b) Buckets overtemperatured and reheat-treated by Alr Porce.

Figure 8. - Contimued. Microstructures after engine test.
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Group 7, overtemperatured in engine B and reaged

(e¢) Buckets overtemperatured and reaged by Air Force.

Figure 8. - Continued. Microstructures after englne test.
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(d) Group 9, standard S-816.

Figure 8. - Concluded.

Microstructures after engine test.
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Transgranular portion of fracture surface following above
(a) Bucket failure progressing from leading-edge crack. -
-

(b) Radial tip crack. -
Flgure 10. - Fracture surface of falled bucket and radial tip crack.
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Group 9; standard o got] o
heat troatment 77TV T3

(=) Standard S~816 alloy Air Force stock.
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Figure 11. - Stress-rupture results of specimens from bucket airfolls.
Stress, 23,600 pounds per square inch; temperature, 1500° F.
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